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Cal.5th 497, 512.) In assessing cumulative impacts, it must be determined if a project’s 
incremental effect is “cumulatively considerable” (CEQA Guidelines Sections 
15064(h)(1) and 15130)).  

To make this determination, the incremental impacts of the project must be compared 
with the effects of past, current, and probable future projects. Although climate change 
is ultimately a cumulative impact, not every individual project that emits greenhouse 
gases must necessarily be found to contribute to a significant cumulative impact on the 
environment. 

Operational Emissions 

The purpose of this project is to seismically retrofit five bridges along I-280 in San 
Mateo County, at three separate locations. The proposed project is not a capacity 
increasing project. Because the project would not affect the roadway or increase the 
number of travel lanes, no increase in vehicle miles traveled (VMT) would occur as 
result of project implementation. While some GHG emissions during the construction 
period would be unavoidable, no increase in operational GHG emissions is expected.  

Construction Emissions 

Construction GHG emissions would result from material processing, on-site construction 
equipment, and traffic delays due to construction. These emissions will be produced at 
different levels throughout the construction phase; their frequency and occurrence can 
be reduced through innovations in plans and specifications and by implementing better 
traffic management during construction phases.  

In addition, with innovations such as longer pavement lives, improved traffic 
management plans, and changes in materials, the GHG emissions produced during 
construction can be offset to some degree by longer intervals between maintenance 
and rehabilitation activities.  

The analysis was focused on vehicle-emitted GHGs, and CO2 emissions in particular 
because it is the single most important GHG pollutant due to its abundance when 
compared with other vehicle-emitted GHGs. 

Construction-related GHG emissions were calculated using the Road Construction 
Emissions Model, version 8.1.0, provided by the Sacramento Metropolitan Air Quality 
Management District. It was estimated that for a construction duration of 14 months, the 
total amount of CO2 produced for the construction of all three bridges would be 493.52 
tons. Total CO2e emissions (CO2, CH4, and N2O)3 would be 451.32 metric tons. 

                                                           
3 Gases are converted to CO2e, or carbon dioxide equivalent, by multiplying their global 
warming potential (GWP) compared to CO2. GWP is a measure of how much energy 
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Figure 10: California Climate Strategy 

The transportation sector is integral to the people and economy of California. To 
achieve GHG emission reduction goals, it is vital that the state build on past successes 
in reducing criteria and toxic air pollutants from transportation and goods movement. 
GHG emission reductions will come from cleaner vehicle technologies, lower-carbon 
fuels, and reduction of vehicle miles traveled (VMT). A key state goal for reducing GHG 
emissions is to reduce today's petroleum use in cars and trucks by up to 50 percent by 
2030 (State of California 2019). 

In addition, SB 1386 (Wolk 2016) established as state policy the protection and 
management of natural and working lands and requires state agencies to consider that 
policy in their own decision making. Trees and vegetation on forests, rangelands, farms, 
and wetlands remove carbon dioxide from the atmosphere through biological processes 
and sequester the carbon in above- and below-ground matter.  

Caltrans Activities  

Caltrans continues to be involved on the Governor’s Climate Action Team as the ARB 
works to implement EOs S-3-05 and S-01-07 and help achieve the targets set forth in 
AB 32. EO B-30-15, issued in April 2015, and SB 32 (2016), set an interim target to cut 
GHG emissions to 40 percent below 1990 levels by 2030. The following major initiatives 
are underway at Caltrans to help meet these targets. 
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California Transportation Plan (CTP 2040) 

The California Transportation Plan (CTP) is a statewide, long-range transportation plan 
to meet our future mobility needs and reduce GHG emissions. In 2016, Caltrans 
completed the California Transportation Plan 2040, which establishes a new model for 
developing ground transportation systems, consistent with CO2 reduction goals. It 
serves as an umbrella document for all the other statewide transportation planning 
documents. Over the next 25 years, California will be working to improve transit and 
reduce long-run repair and maintenance costs of roadways and developing a 
comprehensive assessment of climate-related transportation demand management and 
new technologies rather than continuing to expand capacity on existing roadways.  

SB 391 (Liu 2009) requires the CTP to meet California’s climate change goals under AB 
32. Accordingly, the CTP 2040 identifies the statewide transportation system needed to 
achieve maximum feasible GHG emission reductions while meeting the state’s 
transportation needs. While MPOs have primary responsibility for identifying land use 
patterns to help reduce GHG emissions, CTP 2040 identifies additional strategies in 
Pricing, Transportation Alternatives, Mode Shift, and Operational Efficiency. 

Caltrans Strategic Management Plan 

The Strategic Management Plan, released in 2015, creates a performance-based 
framework to preserve the environment and reduce GHG emissions, among other 
goals. Specific performance targets in the plan that will help to reduce GHG emissions 
include: 

• Increasing percentage of non-auto mode share 
• Reducing VMT 
• Reducing Caltrans’ internal operational (buildings, facilities, and fuel) GHG 

emissions 

Funding and Technical Assistance Programs 

In addition to developing plans and performance targets to reduce GHG emissions, 
Caltrans also administers several sustainable transportation planning grants. These 
grants encourage local and regional multimodal transportation, housing, and land use 
planning that furthers the region’s RTP/SCS; contribute to the State’s GHG reduction 
targets and advance transportation-related GHG emission reduction project 
types/strategies; and support other climate adaptation goals (e.g., Safeguarding 
California). 
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Caltrans Policy Directives and Other Initiatives 

Caltrans Director’s Policy 30 (DP-30) Climate Change (June 22, 2012) is intended to 
establish a Department policy that will ensure coordinated efforts to incorporate climate 
change into Departmental decisions and activities. Caltrans Activities to Address 
Climate Change (April 2013) provides a comprehensive overview of Caltrans’ statewide 
activities to reduce GHG emissions resulting from agency operations. 

Project-Level GHG Reduction Strategies 

The following measures will also be implemented in the project to reduce GHG 
emissions and potential climate change impacts from the project. 

• Caltrans Standard Specifications Section 7-1.02A and 7-1.02C, Emissions 
Reduction, require contractors to comply with all laws applicable to the project 
and to certify they are aware of and will comply with all ARB emission 
reduction regulations 

• Caltrans Standard Specifications Section 14-9.02, Air Pollution Control, 
requires contractors to comply with all air pollution control rules, regulations, 
ordinances, and statutes. 

• A construction transportation management plan will be implemented during 
construction to minimize work-related traffic delays by the application of 
general traffic handling practices and strategies. 

• During temporary closures of the Alpine Trail under the Alpine Road bridges, 
an ADA-accessible alternate route will be provided for pedestrians and 
bicyclists. In addition, a temporary line of green tape on the road pavement 
will delineate a 5-foot wide bike lane on eastbound Alpine Road for bicyclists 
who choose to ride alongside traffic. Alpine Trail and the roadway will be 
returned to existing conditions after project construction.  

 

Adaptation 

Reducing GHG emissions is only one part of an approach to addressing climate 
change. Caltrans must plan for the effects of climate change on the state’s 
transportation infrastructure and strengthen or protect the facilities from damage. 
Climate change is expected to produce increased variability in precipitation, rising 
temperatures, rising sea levels, variability in storm surges and their intensity, and in the 
frequency and intensity of wildfires. Flooding and erosion can damage or wash out 
roads; longer periods of intense heat can buckle pavement and railroad tracks; storm 
surges combined with a rising sea level can inundate highways. Wildfire can directly 
burn facilities and indirectly cause damage when rain falls on denuded slopes that 
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landslide after a fire. Effects will vary by location and may, in the most extreme cases, 
require that a facility be relocated or redesigned. Accordingly, Caltrans must consider 
these types of climate stressors in how highways are planned, designed, built, operated, 
and maintained.  

Federal Efforts 

Under NEPA assignment, Caltrans is obligated to comply with all applicable federal 
environmental laws and FHWA NEPA regulations, policies, and guidance.  

The U.S. Global Change Research Program (USGCRP) delivers a report to Congress 
and the president every 4 years, in accordance with the Global Change Research Act of 
1990 (15 U.S.C. ch. 56A § 2921 et seq). The Fourth National Climate Assessment, 
published in 2018, presents the foundational science and the “human welfare, societal, 
and environmental elements of climate change and variability for 10 regions and 18 
national topics, with particular attention paid to observed and projected risks, impacts, 
consideration of risk reduction, and implications under different mitigation pathways.” 
Chapter 12, “Transportation,” presents a key discussion of vulnerability assessments. It 
notes that “asset owners and operators have increasingly conducted more focused 
studies of particular assets that consider multiple climate hazards and scenarios in the 
context of asset-specific information, such as design lifetime” (USGCRP 2018).  

U.S. DOT Policy Statement on Climate Adaptation in June 2011 committed the federal 
Department of Transportation to “integrate consideration of climate change impacts and 
adaptation into the planning, operations, policies, and programs of DOT in order to 
ensure that taxpayer resources are invested wisely, and that transportation 
infrastructure, services and operations remain effective in current and future climate 
conditions” (U.S. DOT 2011). 

FHWA order 5520 (Transportation System Preparedness and Resilience to Climate 
Change and Extreme Weather Events, December 15, 2014) established FHWA policy 
to strive to identify the risks of climate change and extreme weather events to current 
and planned transportation systems. FHWA has developed guidance and tools for 
transportation planning that foster resilience to climate effects and sustainability at the 
federal, state, and local levels (FHWA 2019). 

State Efforts 

Climate change adaptation for transportation infrastructure involves long-term planning 
and risk management to address vulnerabilities in the transportation system. California’s 
Fourth Climate Change Assessment (2018) is the state’s effort to “translate the state of 
climate science into useful information for action” in a variety of sectors at both 

https://www.google.com/search?rlz=1C1AVSX_enUS411&q=15+U.S.C.&stick=H4sIAAAAAAAAAONgVuLSz9U3MLIwM63MBgBSUlzZDgAAAA&sa=X&ved=2ahUKEwiSuurypvveAhVmJjQIHS2IDTYQmxMoATAPegQIBBAH
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statewide and local scales. It adopts the following key terms used widely in climate 
change analysis and policy documents: 

• Adaptation to climate change refers to adjustment in natural or human systems 
in response to actual or expected climatic stimuli or their effects, which 
moderates harm or exploits beneficial opportunities. 

• Adaptive capacity is the “combination of the strengths, attributes, and resources 
available to an individual, community, society, or organization that can be used 
to prepare for and undertake actions to reduce adverse impacts, moderate harm, 
or exploit beneficial opportunities.”  

• Exposure is the presence of people, infrastructure, natural systems, and 
economic, cultural, and social resources in areas that are subject to harm. 

• Resilience is the “capacity of any entity – an individual, a community, an 
organization, or a natural system – to prepare for disruptions, to recover from 
shocks and stresses, and to adapt and grow from a disruptive experience”. 
Adaptation actions contribute to increasing resilience, which is a desired 
outcome or state of being. 

• Sensitivity is the level to which a species, natural system, or community, 
government, etc., would be affected by changing climate conditions. 

• Vulnerability is the “susceptibility to harm from exposure to stresses associated 
with environmental and social change and from the absence of capacity to 
adapt.” Vulnerability can increase because of physical (built and environmental), 
social, political, and/or economic factor(s). These factors include, but are not 
limited to: ethnicity, class, sexual orientation and identification, national origin, 
and income inequality. Vulnerability is often defined as the combination of 
sensitivity and adaptive capacity as affected by the level of exposure to changing 
climate. 

Several key state policies have guided climate change adaptation efforts to date. 
Recent state publications produced in response to these policies draw on these 
definitions.  

EO S-13-08, issued by then-governor Arnold Schwarzenegger in November 2008, 
focused on sea-level rise and resulted in the California Climate Adaptation Strategy 
(2009), updated in 2014 as Safeguarding California: Reducing Climate Risk 
(Safeguarding California Plan). The Safeguarding California Plan offers policy principles 
and recommendations and continues to be revised and augmented with sector-specific 
adaptation strategies, ongoing actions, and next steps for agencies.  

EO S-13-08 also led to the publication of a series of sea-level rise assessment reports 
and associated guidance and policies. These reports formed the foundation of an 
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interim State of California Sea-Level Rise Interim Guidance Document (SLR Guidance) 
in 2010, with instructions for how state agencies could incorporate “sea-level rise (SLR) 
projections into planning and decision making for projects in California” in a consistent 
way across agencies. The guidance was revised and augmented in 2013. Rising Seas 
in California – An Update on Sea-Level Rise Science was published in 2017 and its 
updated projections of sea-level rise and new understanding of processes and potential 
impacts in California were incorporated into the State of California Sea-Level 
Rise Guidance Update in 2018. 

EO B-30-15, signed in April 2015, requires state agencies to factor climate change into 
all planning and investment decisions. This EO recognizes that effects of climate 
change other than sea-level rise also threaten California’s infrastructure. At the direction 
of EO B-30-15, the Office of Planning and Research published Planning and Investing 
for a Resilient California: A Guidebook for State Agencies in 2017, to encourage a 
uniform and systematic approach. Representatives of Caltrans participated in the multi-
agency, multidisciplinary technical advisory group that developed this guidance on how 
to integrate climate change into planning and investment.  

AB 2800 (Quirk 2016) created the multidisciplinary Climate-Safe Infrastructure Working 
Group, which in 2018 released its report, Paying it Forward: The Path Toward Climate-
Safe Infrastructure in California.  The report provides guidance to agencies on how to 
address the challenges of assessing risk in the face of inherent uncertainties still posed 
by the best available science on climate change. It also examines how state agencies 
can use infrastructure planning, design, and implementation processes to address the 
observed and anticipated climate change impacts. 

Caltrans Adaptation Efforts 

Caltrans Vulnerability Assessments 

Caltrans is conducting climate change vulnerability assessments to identify segments of 
the State Highway System vulnerable to climate change effects including precipitation, 
temperature, wildfire, storm surge, and sea-level rise. The approach to the vulnerability 
assessments was tailored to the practices of a transportation agency, and involves the 
following concepts and actions:  

• Exposure – Identify Caltrans assets exposed to damage or reduced service life 
from expected future conditions. 

• Consequence – Determine what might occur to system assets in terms of loss of 
use or costs of repair. 

• Prioritization – Develop a method for making capital programming decisions to 
address identified risks, including considerations of system use and/or timing of 
expected exposure. 

http://resources.ca.gov/climate/climate-safe-infrastructure-working-group-2/
http://resources.ca.gov/climate/climate-safe-infrastructure-working-group-2/
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The climate change data in the assessments were developed in coordination with 
climate change scientists and experts at federal, state, and regional organizations at the 
forefront of climate science. The findings of the vulnerability assessments will guide 
analysis of at-risk assets and development of adaptation plans to reduce the likelihood 
of damage to the State Highway System, allowing Caltrans to both reduce the costs of 
storm damage and to provide and maintain transportation that meets the needs of all 
Californians. 

Project Adaptation Analysis 

Sea Level Rise Analysis 

All locations of the proposed project are outside the coastal zone and not in an area 
subject to sea-level rise. Accordingly, direct impacts to transportation facilities due to 
projected sea-level rise are not expected. 

 
Figure 11: Graphic of sea level rise predictions to this project and its locations 
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Floodplains 

The Flood Insurance Rate Map (FIRM) 06081C0312E at the Alpine Road UC location 
shows a Zone D floodplain, which indicates an area of undetermined flood hazard. The 
FIRM 06081C0311E at Sand Hill Road OC Bridges location shows a Zone X floodplain, 
which indicates and area of minimal flood hazard. The FIRM 06081C0043E at the I-
280/I-380 Separation Bridge location shows a Zone D, an area of undetermined flood 
hazard. 

None of the project locations are in a current flood hazard zone. The Caltrans Climate 
Change Vulnerability Assessment for District 4 indicates an increase in 100-year storm 
precipitation depth of up to 9.9 percent in the vicinity of the Alpine Road and Sand Hill 
Road locations by 2025 and through 2085. In the area of the I-280/380 Separation 
location, precipitation intensity is likely to increase by less than 5 percent by 2025, and 
up to 9.9 percent by 2085 (Caltrans 2018). The project would not result in obstruction or 
redirection of flood flows or altered drainage patterns. Erosion control measures and 
slope stabilization and protection are part of the project and would help protect the 
bridge foundations during potential future higher storm flows.  
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2.1.9 Hazards and Hazardous Materials 
Would the project: Potentially 

Significant 
Impact 

Less Than 
Significant 

with 
Mitigation 

Less Than 
Significant 

Impact 

No 
Impact 

a) Create a significant hazard to 
the public or the environment 
through the routine transport, use, 
or disposal of hazardous 
materials? 

    

b) Create a significant hazard to 
the public or the environment 
through reasonably foreseeable 
upset and accident conditions 
involving the release of hazardous 
materials into the environment? 

    

c) Emit hazardous emissions or 
handle hazardous or acutely 
hazardous materials, substances, 
or waste within one-quarter mile 
of an existing or proposed 
school? 

    

d) Be located on a site which is 
included on a list of hazardous 
materials sites compiled pursuant 
to Government Code Section 
65962.5 and, as a result, would it 
create a significant hazard to the 
public or the environment? 

    

e) For a project located within an 
airport land use plan or, where 
such a plan has not been 
adopted, within two miles of a 
public airport or public use airport, 
would the project result in a safety 
hazard or excessive noise for 
people residing or working in the 
project area? 

    

f) Impair implementation of or 
physically interfere with an 
adopted emergency response 
plan or emergency evacuation 
plan? 
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g) Expose people or structures, 
either directly or indirectly, to a 
significant risk of loss, injury or 
death involving wildland fires? 

    

a), c), d), e), f), and g) No Impact – all project locations   

This project has no potential to create a significant hazard to the public or environment, 
create a significant hazard to the public or the environment through reasonable 
foreseeable upset and accidental conditions, emit hazardous emissions, be located on a 
site that is included on a list of hazardous materials sites, be located within an airport 
land use plan, impair implementation of or physically interfere with an adopted 
emergency response or evacuation plan, or expose people or structures to a significant 
risk of loss, injury, or death involving wildland fires.  

The average lead levels in the soils to be excavated to a depth of 4 or more feet for the 
installation of the steel column casings is expected to be below the hazardous waste 
levels that would otherwise require special handling and management requirements. 
Testing the materials for lead contamination will not be necessary as any excavated 
materials will be backfilled in the excavations after construction retrofit work is 
completed.  

b) Less Than Significant Impact – Sand Hill Road OC (South and North) Bridges 
Location 

If the replacement of guardrail with concrete barrier at the Sand Hill Road OC (South 
and North) Bridges would generate surplus excavated material that requires off-site 
disposal, a soil investigation that ascertains the levels of contaminants, primarily for 
aerially deposited lead, would be conducted. If required, the soil investigation would be 
planned and conducted during the design phase of the project. Based upon the soil 
testing results, specifications for proper soil handling and management will be 
developed and incorporated into the construction contract documents.  
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2.1.10 Hydrology and Water Quality 
Would the project: Potentially 

Significant 
Impact 

Less Than 
Significant 

with 
Mitigation 

Less Than 
Significant 

Impact 

No 
Impact 

a) Violate any water quality 
standards or waste discharge 
requirements or otherwise 
substantially degrade surface or 
ground water quality? 

    

b) Substantially decrease 
groundwater supplies or interfere 
substantially with groundwater 
recharge such that the project 
may impede sustainable 
groundwater management of the 
basin? 

    

c) Substantially alter the existing 
drainage pattern of the site or 
area, including through the 
alteration of the course of a 
stream or river or through the 
addition of impervious surfaces, in 
a manner which would: 

    

(i) result in substantial 
erosion or siltation on- or 
off-site; 

    

(ii) substantially increase 
the rate or amount of 
surface runoff in a manner 
which would result in 
flooding on- or offsite; 

    

(iii) create or contribute 
runoff water which would 
exceed the capacity of 
existing or planned 
stormwater drainage 
systems or provide 
substantial additional 
sources of polluted runoff; 
or 

    

(iv) impede or redirect flood 
flows?     
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d) In flood hazard, tsunami, or 
seiche zones, risk release of 
pollutants due to project 
inundation? 

    

e) Conflict with or obstruct 
implementation of a water quality 
control plan or sustainable 
groundwater management plan? 

    

The proposed project will require the following water quality permits: 

• Section 404 permit issued by the U.S. Army Corps of Engineers (USACE) 

• Clean Water Act (CWA) 401 Water Quality Certification from the San 
Francisco Bay Regional Water Quality Control Board (RWQCB) 

a) No Impact – all project locations 

To ensure compliance with CWA Section 402, the State Water Resources Control 
Board (SWRCB) issued Caltrans a Statewide National Pollutant Discharge Elimination 
System (NPDES) Stormwater Permit to regulate stormwater discharges from Caltrans 
facilities (Order No. 2012-0011-DWQ). The SWRCB issued a statewide Construction 
General Permit (CGP) for construction activities (2009-0009-DWQ, CAS000002, as 
amended by 2010-0014-DWQ and 2012-0006-DWQ), that applies to stormwater 
discharges from land where clearing, grading, and excavation result in a disturbed 
soil area (DSA) of one acre or greater. Construction activity resulting in a DSA of less 
than 1.0 acre is subject to the CGP if the construction activity is part of a larger 
Common Plan of Development totaling 1.0 acre or more of DSA, or if there is 
potential for significant water quality impairment resulting from the activity as 
determined by the RWQCB. Projects subject to the CGP require a Stormwater 
Pollution Prevention Plan (SWPPP). Projects not subject to the CGP require a Water 
Pollution Control Program (WPCP), per Caltrans Standard Specifications. Since the 
DSA for this project is over an acre, a SWPPP will be required. This project will not 
substantially degrade surface or ground water quality and there would be no 
violations to any water quality standards or waste discharge requirements. 

The Caltrans NPDES Stormwater Permit prohibits the discharge of trash in the San 
Francisco Bay region. The I-280/I-380 Separation Bridge location is the only location 
in the 2018 Caltrans District 4 Significant Trash Generating Area (STGA). Full capture 
devices will be reviewed during the design phase of this project and all discharging 
activities would follow Caltrans requirements. 

http://www.swrcb.ca.gov/stormwtr/docs/caltranspmt.pdf
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b) No Impact – all project locations 

Potential construction impacts to receiving bodies include sediment, turbidity, and pH. 
Caltrans will implement temporary Construction Site Best Management Practices 
(BMPs) for sediment control and material management. These include temporary cover, 
check dam, drainage inlet protection, fiber roll, silt fence, hydraulic mulch, concrete 
washout, and street sweeping. Only the Alpine Road UC (L/R) Bridges location will 
require dewatering and a creek diversion system for construction at the columns 
immediately adjacent to Los Trancos Creek. Details of the diversion system will be 
further developed during the design phase.  

Since a 401 certification is required, water quality Post-construction Treatment BMPs 
will be required and the project will comply with requirements consistent with the San 
Francisco Bay Municipal Regional Stormwater Permit (MRP). 

These activities will not substantially deplete groundwater supplies or interfere 
substantially with groundwater recharge and the project will not impede sustainable 
groundwater management of the basin. 

c) (i), (ii), (iv) – No Impact  

Alpine Road UC (L/R) Bridges 

In the 1970s Caltrans investigated an erosion problem at Los Trancos Creek at this 
same project location. It was determined that slope protection was needed at the bridge 
footings and Caltrans initiated a channel stabilization project on Los Trancos Creek at 
this proposed project location. The Department of Fish and Game requested that a fish 
ladder be included in that project. The project included unlined channel realignment to 
clear the bridge footings, gabion mattress slope protection to stabilize the creek 
embankments, and concrete weirs with resting pools to support anadromous fish. The 
project installed a series of weirs with jump boxes to allow fish to travel upstream. 
Currently the condition of the weirs is degraded, with erosion causing water flows to 
bypass some weirs, rendering them nonfunctional. Sedimentation has also reduced the 
functional height of the weirs and partially filled jump boxes, further reducing the utility of 
both. The series of weirs at the project location has been identified as a partial fish 
passage barrier, limiting upstream travel of fish during low water flow conditions. Senate 
Bill 857 requires fish passage remediation for any project using state or federal 
transportation funds programmed after January 1, 2006.  

The Flood Insurance Rate Map (FIRM) 06081C0312E at this location shows a Zone D 
floodplain. Zone D indicates an area of undetermined flood hazard and minimal 
floodplain impacts would be expected. 
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Construction at this location requires temporary shoring to access the bents at the Los 
Trancos Creek embankment and the temporary removal of the gabion mattresses used 
for slope protection. The total DSA at this location is 3.0 acres. Creek bank restoration 
will be performed after project construction is complete. None of the proposed work will 
cause significant impacts to Los Trancos Creek or result in substantial erosion on- or 
offsite. Construction work at the Los Trancos Creek columns will not substantially alter 
the existing drainage pattern and will not increase the rate or amount of surface runoff 
which could result in flooding on- or offsite. Any work done in the creek will be 
constructed in a manner that does not impede the flow of the existing channel. Re-
establishing the gabion mattresses, or another type of slope protection after 
construction, will also not cause significant impacts to Los Trancos Creek. If any 
temporary construction platforms are built to provide access, they will be built in a way 
that does not impede the flow of the existing creek channel. The proposed work will not 
impede or redirect flood flows.  

Sand Hill Road OC (South and North) Bridges and I-280/I-380 Separation Bridge 

The FIRM 06081C0311E at Sand Hill Road OC (South and North) Bridges location 
shows a Zone X floodplain, which indicates and area of minimal flood hazard. No 
floodplain impact would be expected. The total DSA at this location is 1.2 acres.  

The FIRM 06081C0043E at the I-280/I-380 Separation Bridge location shows a Zone D, 
which indicates and area of undetermined flood hazard, so floodplain impacts would be 
expect. The total DSA at this location is 0.4 acres.  

The proposed work at these two locations is not anticipated to have a significant impact 
on the floodplains within the project locations, including no substantial erosion or 
siltation, or obstruction or redirection of flood flows. 

All Projects Locations 

The Net New Impervious (NNI) acreage from construction is 0.02 acres at the Alpine 
Road UC (L/R) Bridges location and 0.07 acres at the Sand Hill Road OC (South and 
North) Bridges location. There is no NNI acreage at the I-280/I-380 Separation Bridge 
location. The project will not substantially alter the existing drainage patterns at all 
project locations. 

C) (iii) Less Than Significant Impact – All project locations 

The project is located within the San Francisco Bay RWQCB, which is responsible for 
the implementation of State and Federal laws and regulations for water quality 
protection. The Alpine Road UC (L/R) Bridges location and the Sand Hill Road OC 
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(South and North) Bridges location are both contained in the Palo Alto Hydrological 
area, HSA #205.50. The watershed boundary dataset is Saratoga Creek, with San 
Francisquito as the subwatershed. Runoff from the project site will drain into the Los 
Trancos and San Francisquito Creeks. These water bodies are on the 2014-2016 
303(d) and Total Maximum Daily Load (TMDLs) List for sedimentation/siltation, 
diazinon, and trash. 

The I-280/I-380 Separation Bridge location is contained in the San Mateo Bayside 
Hydrological Area, HSA #204.40. The watershed boundary dataset is San Mateo 
Creek- Frontal San Francisco Bay Estuaries, with Colma Creek- Frontal San 
Francisco Bay Estuaries as its subwatershed. 

This project has the potential for construction impacts to receiving water bodies, 
including sediment, turbidity, and pH. Temporary Construction Site BMPs will prevent or 
reduce these impacts.  

d) No Impact – All project locations 

The project is not located in a flood hazard, tsunami, or seiche zones and there is no 
risk of pollutants being released due to project inundation.  

e) No Impact – All project locations 

This project will not conflict with or obstruct the implementation of a water quality control 
plan or sustainable groundwater management plan. 

  


